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STIFFNESS OF RAILWAY SOIL-STEEL STRUCTURES

CZESŁAW MACHELSKI

Wrocław University of Technology

Abstract: The considerable influence of the soil backfill properties and that of the method of compacting it on the stiffness of soil-
steel structures is characteristic of the latter. The above factors (exhibiting randomness) become apparent in shell deformation meas-
urements conducted during construction and proof test loading. A definition of soil-shell structure stiffness, calculated on the basis of
shell deflection under the service load, is proposed in the paper. It is demonstrated that the stiffness is the inverse of the deflection
influence function used in structural mechanics. The moving load methodology is shown to be useful for testing, since it makes it
possible to map the shell deflection influence line also in the case of group loads (concentrated forces), as in bridges. The analyzed
cases show that the shell’s span, geometry (static scheme) and the height of earth fill influence the stiffness of the structure. The soil-
steel structure’s characteristic parameter in the form of stiffness k is more suitable for assessing the quality of construction works
than the proposed in code geometric index ω applied to beam structures. As shown in the given examples, parameter k is more ef-
fective than stiffness parameter λ used to estimate the deformation of soil-steel structures under construction. Although the examples
concern railway structures, the methodology proposed in the paper is suitable also for road bridges.

Key words: soil-steel structure, numerical analysis, stiffness of structure, proof test

1. INTRODUCTION

Soil-steel structures are conventionally divided
into stiff and flexible structures, depending on the
value of dimensionless Duncan parameter λ [1], [2]
and Klein parameter n [3], [4]. If the relation
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>=
aEI

LEgλ , (1)

is satisfied, the structure is classified as flexible. In
formula (1) the technical parameters are: Eg – the
modulus of soil elasticity, EI/a – the flexural stiffness
of the shell corrugated plate circumferential strip
having width a, L – the span of the shell. Thus index λ
characterizes the flexibility of a buried shell. Soil-steel
bridge structures are made of corrugated plates and
usually have higher flexibility λ > 10000. Not much
lower flexibility characterizes structures built up from
precast concrete units [4].

Index λ is used to calculate shell deformations dur-
ing construction [4], [5] and it is of little use for calcu-
lating structures subjected to service loads. It is shown
in this paper that the geometry of the shell (Fig. 1), the
thickness of the earth fill in the crown and pavement,
and the type of load (configuration of forces in a vehi-
cle) are of major importance for bridges. The above
factors are not taken into account in λ.

Fig. 1. Exemplary FEM model of soil-steel structure [2]

At the design stage and then during proof test
loads the stiffness of a bridge structure is verified
using the service limit state condition given in the
standard, expressed by the dimensionless geometric
index

L
w

=ω . (2)

In formula (2), w is the deflection of a bridge
structure (e.g., its main girder or stringer). Index ω is
calculated in the case of beam structures. The value of
w is related to the span L under maximum load Q. It is
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C. MACHELSKI30

compared with the permissible value given in stan-
dards (e.g., 1/600) for a given type of bridge structure
or its element and the structural material. However, at
the construction stage the deformations of corrugated
plate shells are much larger, reaching ω > 1/40 [4].
The stiffness of soil-steel structures expressed by in-
dex ω, as for bridges, is comparable with that of clas-
sic concrete and steel structures.

In this paper, it is proposed to define bridge struc-
ture stiffness as a ratio of concentrated force P to dis-
placement w caused by this force, as in the formula

w
Pk =    [kN/mm]. (3)

In the case considered, a linear model of the
structure, i.e., linear relation w(P) is assumed. The
minimum value of k as a characteristic of the struc-
ture, i.e., resulting from the maximum displacement
under given load P, is of major importance. In the
case of bridges, such a location of the force P on the
bridge deck is sought at which maximum displace-
ment w occurs. The influence function is used in this
approach [6].

When the force P changes its location along
a straight line, as in railway bridges, the problem re-
duces to the form shown in Fig. 2. According to the
definition of an influence line, displacement w is ob-
tained from the relation

w = P·η (4)

and after substituting it into (3) one gets the for-
mula

η
1

=k     [kN/mm]. (5)

Therefore stiffness k is the inverse of the ordinate
of displacement influence function η. Thus η is also
an index, but one which describes the flexibility of
a structure, as λ in Eq. (1). It follows from relation (5)
and Fig. 2 that the value of k depends on the shape of
the influence function and so on the structure’s ge-
ometry, stiffness distribution EI and the structure’s
support conditions.

Fig. 2. Influence line of beam deflection in midspan

According to Betti’s reciprocity principle, the or-
dinates of the deflection influence function are also
the deflections of the structure’s points under a unit
force load P = 1, as shown in Fig. 2. Thus the deter-
mination of the value of k consists in searching for the
maximum deflection under the force moving within
the defined area (deck area of a road bridge) or along
a line (a railway bridge track). In the case of soil-steel
railway bridges, this point is uniquely located, i.e.,
above the shell crown and under the railway track.
Thus the problem is reduced to the simple solution
consisting in determining the deflection line along the
railway track.

2. STIFFNESS
OF BEAM STRUCTURES

No concentrated forces P appear in practical loads
acting on structures. Therefore force configurations
defined as load Q are used and the structure stiffness
is calculated from the formula

w
Qkq =     [kN/mm]. (6)

In the case of a group of n concentrated forces,
formula (6) takes the following general form
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and when the forces are identical, i.e., P = Pi, one gets

knk n
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η
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Since by assumption η > ηi, as in Fig. 3, the struc-
ture’s stiffness calculated for the configuration of
forces will always be lower than the value of k calcu-
lated from formula (5), thus kq > k.

In the case of load distributed along a section with
the length

Lq = L – 2a, (9)

from formula (6), adopting the symbols given in Fig. 3,
one gets

.k
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q
q >== (10)
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Stiffness of railway soil-steel structures 31

Relation kq > k results from the geometrical rela-
tion given in Fig. 3, i.e. from Aq/Lq < η.

Fig. 3. Parameters of deflection influence line
of simply supported beam

Stiffness kq of beam structures with stiffness EI
and span L, considered below, is expressed in the gen-
eral form as

3L
EIkq α= . (11)

Formula (11) is similar to that of equation (1).
However, one should note that EI in (11) represents
the stiffness of a structure, not that of a buried corru-
gated plate as in (1).

The influence of the static scheme and that of the
load configuration on the stiffness of a structure is
analyzed below for the simply supported beam. Cal-
culated values of kq are presented in Table 1.

Scheme 1: the force is located at distance c from
the midspan, as in Fig. 3
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Figure 4 shows the diagram of the relation

icK ηη /)( = (13)

when

348
L
EI

=η . (14)

Scheme 2: a group of three forces located at dis-
tance c from the midspan
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Scheme 3: load distributed along section with
length Lq. Figure 4 shows the diagram of the relation
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Hence the diagram given in Fig. 4, based on equa-
tion (16), has the form
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Scheme 4: load distributed along the beam. When
Ao is the surface area under the diagram of the deflec-
tion influence line of the beam in its midspan, one
gets the constant value

35
384

L
EI

L
Ao = . (18)

Table 1. Load schemes and stiffness of simply supported beam

No. Load scheme Stiffness

1 348
L
EIk =

2
kq = 1.18 k
when
c/L = 0.2

3
kq = 1.12 k
when
a/L = 0.25

4 kq = 1.6 k

Fig. 4. Diagram of relation K(a) and K(c)
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In the case of the static scheme of a multi-span
beam (Fig. 2), the result of calculating k from (3)
depends on the ratio L1/L. When L1/L = 0.2, one gets
α = 141.913, i.e., a result intermediate between α = 48
(simply supported beam) and α = 192 (fixed beam).

3. STIFFNESS
OF SOIL-STEEL STRUCTURE

UNDER CONSTRUCTION

Exemplary results of measurements conducted
during loading a soil-steel structure with the simplest
configuration of forces: a two-axle vehicle, carried out
by Pettersson [7], are presented below. The structure
was built especially for the test purposes. The closed
cross-section of the shell had a drop-like shape
(VM22) and the characteristic dimensions: span
L = 6.04 m and height h = 4.55 m. The analyzed struc-
ture was made from MP 200 × 55 × 2.93 low-profile
metal plates. A loader with the specification shown in
Fig. 5 was used in the tests. The test plan assumed that
the load would change its position in a quasi-static way
and drive along the axis of the roadway especially pre-
pared (without pavement) for the tests.

Figure 5 shows the measured deflection in the
shell crown [2], [4], [7]. The position of the vehicle
front wheel (2P = 221 kN) relative to the shell crown
is marked on the horizontal axis. When x = 0, this
wheel is over the shell crown, as shown in Fig. 5.
The second increase in deflection (Fig. 5) results
from the loading with the other loader’s wheel (2P1 =
69 kN) in the position above the shell crown, i.e.,
when x = 3.4 m.

If the wheel base is large in comparison with the
culvert span, as in the case considered, one can draw
deflection influence lines η on the basis of the deflec-
tion diagram presented in [7]. It is then assumed that
both forces from the wheels of the axle 2P are identi-
cal [7]. Figure 5 shows two lines, which coincide in
the range of –5 < x < –1.5 m, when the second axle of
the vehicle is situated outside the active part of the
soil backfill. Then w(x) = 2P·η. Another common
point of the diagrams is the vehicle’s position when
x = –2.8 + 3.4 = 0.6 m. Then the vehicle’s second axle
is situated over the zero ordinate of the influence line
and w(x) = 2P·η. When x = 2.8 m, the first axle is over
the zero ordinate, while the second axle is in the posi-
tion – 3.4 + 2.8 = – 0.6 m. Then

w(x = 2.8) = 69/221⋅1.4 = 0.437 mm.

Fig. 5. Changes in shell crown deflection w during loader passage and deflection influence line η
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In general, when the two forces are in any posi-
tion, values of 2P⋅η(x) are calculated from the equa-
tion

w(x) = 2P⋅η(x) + 2P1⋅η(x – 3.4) (19)

hence

2P⋅η(x) = w(x) – 2P1⋅η(x – 3.4). (20)

Deflection w(x) and the previously determined or-
dinate of deflection influence line η(x = –3.4) are de-
fined in equation (20), according to which the deflec-
tion of the shell crown, when 2P is situated over it,
i.e., at point w(x = 0) = 1.86 mm, is equal to

2P⋅η(x = 0) = 1.86 – 0.072⋅69/221 = 1.882 mm.

In the tests [7], deflection measurements were
carried out during construction at different values of
soil backfill thickness H (i.e., the thickness of
the backfill over the crown). On this basis the
changes in structural stiffness as a function of kq(H)
were calculated and are given in Table 2. Because
of the specific structure of soil-steel bridges, the
earth backfill (particularly, its thickness H as in-
dicated by the results presented in Table 2) has
a significant influence on their stiffness [8], [9]. In
the case of road bridges, the value of k is signifi-
cantly influenced by, e.g., the asphalt pavement [2],
[4], [10].

In the case of beam static schemes, influence line
length L is also their span, as shown in Fig. 2. The
shape of the deflection influence line in Fig. 2 is
similar to the longitudinal profile of the shell deflec-
tion influence surface in the soil-steel structure, shown
in Fig. 5. The L assumed for structure stiffness calcu-
lations is usually close to the larger horizontal dimen-
sion (span) of the shell.

4. STIFFNESS
OF RAILWAY STRUCTURE

ACCORDING TO STANDARDS

In the case of short-span structures, such as soil-
steel structures, deflection of the shell is not influ-
enced by the total vehicle weight Qn, but by the vehi-
cle’s configuration of axles, wheel base c and axle
load P. Taking into account relations (2) and (6) one
gets

.
ωωω

nn
n

q
c

P
L

Qk =
⋅

≈
⋅

= (21)

In formula (21), qn = P/c is a force uniformly dis-
tributed along the length of the track. In the analyzed
structures the concentrated axle load is distributed
through the track superstructure, as shown in Fig. 6.

In the case of the railway loads considered, for
standard scheme UIC71 one gets

kn c
Pq α

60.1
250

== . (22)

Using formulas (21) and (22) one can calculate the
permissible (minimum) stiffness of a railway bridge.
Assuming that the railway structures considered were
designed for permissible index ω = 1/800 (as for high
speed trains), one gets

kN/mm.kkUIC
qk αα
ω

12510800
60.1

250 3 =⋅== − (23)

Stiffness kUIC determined in this way has a general
applicability, since it applies both to classic beam
bridges and soil-steel bridges. In the latter case,
a small span L of the analyzed element, due to the
simplification used in formula (21), is assumed, i.e.,

cPLQn // ≈ .

Table 2. Changes in structure stiffness during construction

Hight
of cover
H [m]

Deflection
w [mm]

Stiffness
k [kN/mm]

0.75 6.77 32.6

0.90 4.32 51.2

1.20 2.97 74.4

1.50 1.86 118.8
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5. TESTING STIFFNESS
OF RAILWAY STRUCTURE

The shell of the soil-steel bridge in Prabuty was
made of Super Cor SC 380 × 140 × 7 corrugated
plates [2], [4] with sectional overlays (plates shifted
by one panel) made of SC 380 × 140 × 5.5 corrugated
plates. According to the manufacturer’s specifications,
the circumferential SC-35B shell strip had a box ge-
ometry [2], [4]. The shell’s characteristic dimensions
were: span L = 7.945 m, height h = 2.370 m and upper
radius of curvature R = 8.820 m. Its upper width
Bg = 13.8 m and lower width Bd = 21.36 m. The
structure was characterized by a very small structural
height hk = 1.20 m calculated according to

hk = H + hn (24)

which, taking into account the total thickness of the
60E1 track superstructure on ballast and pre-stressed
concrete sleepers, gives a 0.95 m thick layer, re-
sulting in the small earth fill thickness in the crown:
H = 1.20 – 0.95 = 0.25 m.

Fig. 7. Loading soil-steel structure with locomotive

The structure was designed for railway load class
k + 2. The ST44 locomotive shown in Fig. 7 was used
in the proof test load. Inductive sensors with a reading

range of 0–50 mm and a sensitivity of 0.01 mm were
used to measure deflections. The quasi-static load
position change methodology, consisting in the loco-
motive passage at a constant step, in this case
amounting to two sleepers, i.e., about 1.3 m, was
adopted. In these positions the measurements were
automatically recorded by a computer and diagrams of
the variation in shell crown deflection during the lo-
comotive passage were created on their basis.

Loading with multi-axial rail vehicles is used in
proof tests. In the case of short-span structures, such
as soil-steel bridges, the shell deflection results only
from some part of the total load. Therefore only
n vehicle axles situated on the deflection influence
line contribute to the maximum deflection of the shell
crown, as expressed by the formula

,
w

qL
cw
Pnc

w
Pn

w
Qk q

q ==== (25)

where P is the axle load. Typically the number of
locomotive carriage axles is n = 3 (see Fig. 7). The
effective length of loading with the ST44 locomo-
tive is

Lq = 3⋅2.10 = 6.30 m

and is close to the value shown in Fig. 7, whereas
loading intensity

kN/m7.90
10.2

5.190)44( ===
c
PSTq

is approximately half lower than that arising from the
standard load UIC71.

The stiffness of the structure, calculated on the ba-
sis of elastic deflection w = 3.85 mm (Fig. 8), is

kN/mm.4.148
85.3

5.1903 ===
w
Pnkq (26)

The range of effectiveness of load Q is determined
on the basis of the length (and shape) of the deflection
line for the load changing its position. Since no effects
of single axles are visible on the deflection line, the

Fig. 6. Distribution of UIC71 load through track superstructure
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Stiffness of railway soil-steel structures 35

group of forces in the locomotive carriage can be
treated as a distributed load. Section Lq is close to
deflection influence line length L given in Fig. 8. This
justifies the assumption of n = 3 in formula (21).

Fig. 8. Deflection change w and shape
of shell crown deflection influence line η

In the case of a short-span structure (Figs. 7 and 8),
the shape of the deflection influence line can be repre-
sented also for the locomotive load. Then there is not
a single force, but two sections of a distributed load
with a 2.4 m break between them. The influence line
in this case was related to load P in order to show the
deflection influence line η(x).

Thus it is not necessary to model a soil-steel
structure loaded with the configuration of rail vehicle
forces in order to compare the standard permissible
stiffness calculated from formula (23) and the experi-
mental one calculated from relation (25). This greatly
facilitates the proof testing of railway soil-steel struc-
tures. Therefore structure stiffness kq calculated from
(26) using the proof test results can be the basis for
assessing the quality of the construction works.

6. CONCLUSIONS

As opposed to classic bridges, the characteristic
feature of soil-steel structures is the significant influ-
ence of the earth fill and the pavement acting as the

load-bearing elements. In typical bridges these are
elements which distribute the concentrated load from
the wheels of vehicles. Thus the physical character-
istics of the soil backfill and the method of placing
and compacting it are important for the stiffness of
the structure. In this paper, it is proposed that the
stiffness of a soil-steel structure determined on the
basis of the proof test loads results can be an effi-
cient parameter used for assessing the quality of the
construction works of this type of structures. The
results of analysis of other structures, presented in
Table 3, indicate that the parameter kq, calculated
from (6), is a better parameter than the geometric in-
dex ω assumed in the design guidelines, defined by
formula (2). Parameter kq does not depend on the in-
tensity of the load Q, as in (6).

The moving load methodology presented in this
paper and described in [10] is useful for assessing

the performance of the shell in a structure. It en-
ables mapping of the shell deflection influence line
and determination of the number (n) of effective
axle loads, assumed in formula (25). As shown in

Table 3. Characteristics of tested soil-steel structures

Shell geometry Parameters
Structure span

L [m]
hight
h [m]

Soil surcharge
with pavement

hk [m]

Deflection
w [mm] ω = w/L kq

[kN/mm]
1 3.48 1/2283 164.2Prabuty

(Fig. 7) 2 7.945 2.370 1.20 3.85 1/2064 148.4
Świdnica [10] 15.00 5.232 1.60 2.70 1/5556 214.3
Pieńsk [2] 7.405 1.680 2.05 1.07 1/6920 540.8

Fig. 9. Stiffness as function of bridge span [12]
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C. MACHELSKI36

the provided test results, shell span L is not the only
characteristic parameter of soil-steel structures.

Stiffness of a structure can also be assessed in the
case of dynamic tests – as the so-called static back-
ground. Figure 9 shows test results of two hundred
bridges of different type and static scheme built in
Switzerland [12]. These results indicate that the stiff-
ness of soil-steel structures is similar to the stiffness
of short-span steel-concrete composite bridges.

REFERENCES

[1] DUNCAN J.M., Behaviour and Design of Long Span Metal
Culverts, ASCE, Convention “Soil-Structure Interaction for
Shallow Foundations and Buried Structures”, San Francisco,
USA, October 1977.

[2] MACHELSKI C., Modelowanie obiektów gruntowo-powło-
kowych. Modelling of soil-steel bridge structures, Dol-
nośląskie Wydawnictwo Edukacyjne, Wrocław 2008, (in
Polish).

[3] MADRYAS C., KOLONKO A., WYSOCKI L., Konstrukcje prze-
wodów kanalizacyjnych. Sewer structures, Wrocław University
of Technology Publishing House, Wrocław 2002, (in Polish).

[4] MACHELSKI C., Budowa konstrukcji gruntowo-powłokowych.
The construction of soil-steel structures, Dolnośląskie Wy-
dawnictwo Edukacyjne, Wrocław 2013, (in Polish).

[5] MACHELSKI C., MICHALSKI J.B., JANUSZ L., Deformation
Factors of Buried Corrugated Structures, Journal of the Re-
search Board, Transportation Research Board of Nationals
Academies, Washington D.C., 2009, 70–75.

[6] MACHELSKI C., Kinematic method for the determination of
influence function of internal forces in the steel shell of soil-
steel Bridges, Studia Geotechnica et Mechanica, 2010, No. 3,
27–40.

[7] PETTERSSON L., Full Scale Tests and Structural Evaluation of
Soil Steel Flexible Culverts with low High of Cover, Doctoral
Thesis in Civil and Architectural Engineering Stockholm,
2007.

[8] BAYOGLU FLANER E., SUNDQUIST H., Full-scale testing of
two corrugated steel box culverts with different crown stiff-
ness, Archives of Institute of Civil Engineering, 2007, No 1.

[9] MANKO Z., BĘBĘN D., Influence of road pavement on be-
haviour of soil-steel bridge structure, Der Stahlbau, 2007,
76, Heft 12, 905–915.

[10] MACHELSKI C., Dependence of deformation of soil-shell
structure on the direction of load passage, Bridge and Road,
2014, 13, 223–233.

[11] BĘBEN D., Numerical analysis of soil-steel bridge structure,
The Baltic Journal of Road and Bridge Engineering, 2009, 4,
13–21.

[12] BURDET O., CORTHAY S., Static and dynamic load testing of
Swiss bridges, International Bridge Conference Warsaw ’94.
Proceedings. June 20–22, 1994, Vol. 2. Analytical evaluation
of bridges bridge management system. Warszawa: IBDiM,
1994, 13–22.

Unauthenticated
Download Date | 3/8/16 7:26 PM



<<
  /ASCII85EncodePages false
  /AllowTransparency false
  /AutoPositionEPSFiles true
  /AutoRotatePages /None
  /Binding /Left
  /CalGrayProfile (Dot Gain 20%)
  /CalRGBProfile (sRGB IEC61966-2.1)
  /CalCMYKProfile (U.S. Web Coated \050SWOP\051 v2)
  /sRGBProfile (sRGB IEC61966-2.1)
  /CannotEmbedFontPolicy /Error
  /CompatibilityLevel 1.4
  /CompressObjects /Tags
  /CompressPages true
  /ConvertImagesToIndexed true
  /PassThroughJPEGImages true
  /CreateJDFFile false
  /CreateJobTicket false
  /DefaultRenderingIntent /Default
  /DetectBlends true
  /DetectCurves 0.0000
  /ColorConversionStrategy /CMYK
  /DoThumbnails false
  /EmbedAllFonts true
  /EmbedOpenType false
  /ParseICCProfilesInComments true
  /EmbedJobOptions true
  /DSCReportingLevel 0
  /EmitDSCWarnings false
  /EndPage -1
  /ImageMemory 1048576
  /LockDistillerParams false
  /MaxSubsetPct 100
  /Optimize true
  /OPM 1
  /ParseDSCComments true
  /ParseDSCCommentsForDocInfo true
  /PreserveCopyPage true
  /PreserveDICMYKValues true
  /PreserveEPSInfo true
  /PreserveFlatness true
  /PreserveHalftoneInfo false
  /PreserveOPIComments true
  /PreserveOverprintSettings true
  /StartPage 1
  /SubsetFonts true
  /TransferFunctionInfo /Apply
  /UCRandBGInfo /Preserve
  /UsePrologue false
  /ColorSettingsFile ()
  /AlwaysEmbed [ true
  ]
  /NeverEmbed [ true
  ]
  /AntiAliasColorImages false
  /CropColorImages true
  /ColorImageMinResolution 300
  /ColorImageMinResolutionPolicy /OK
  /DownsampleColorImages true
  /ColorImageDownsampleType /Bicubic
  /ColorImageResolution 300
  /ColorImageDepth -1
  /ColorImageMinDownsampleDepth 1
  /ColorImageDownsampleThreshold 1.50000
  /EncodeColorImages true
  /ColorImageFilter /DCTEncode
  /AutoFilterColorImages true
  /ColorImageAutoFilterStrategy /JPEG
  /ColorACSImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /ColorImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /JPEG2000ColorACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /JPEG2000ColorImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /AntiAliasGrayImages false
  /CropGrayImages true
  /GrayImageMinResolution 300
  /GrayImageMinResolutionPolicy /OK
  /DownsampleGrayImages true
  /GrayImageDownsampleType /Bicubic
  /GrayImageResolution 300
  /GrayImageDepth -1
  /GrayImageMinDownsampleDepth 2
  /GrayImageDownsampleThreshold 1.50000
  /EncodeGrayImages true
  /GrayImageFilter /DCTEncode
  /AutoFilterGrayImages true
  /GrayImageAutoFilterStrategy /JPEG
  /GrayACSImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /GrayImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /JPEG2000GrayACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /JPEG2000GrayImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /AntiAliasMonoImages false
  /CropMonoImages true
  /MonoImageMinResolution 1200
  /MonoImageMinResolutionPolicy /OK
  /DownsampleMonoImages true
  /MonoImageDownsampleType /Bicubic
  /MonoImageResolution 1200
  /MonoImageDepth -1
  /MonoImageDownsampleThreshold 1.50000
  /EncodeMonoImages true
  /MonoImageFilter /CCITTFaxEncode
  /MonoImageDict <<
    /K -1
  >>
  /AllowPSXObjects false
  /CheckCompliance [
    /None
  ]
  /PDFX1aCheck false
  /PDFX3Check false
  /PDFXCompliantPDFOnly false
  /PDFXNoTrimBoxError true
  /PDFXTrimBoxToMediaBoxOffset [
    0.00000
    0.00000
    0.00000
    0.00000
  ]
  /PDFXSetBleedBoxToMediaBox true
  /PDFXBleedBoxToTrimBoxOffset [
    0.00000
    0.00000
    0.00000
    0.00000
  ]
  /PDFXOutputIntentProfile ()
  /PDFXOutputConditionIdentifier ()
  /PDFXOutputCondition ()
  /PDFXRegistryName ()
  /PDFXTrapped /False

  /Description <<
    /CHS <FEFF4f7f75288fd94e9b8bbe5b9a521b5efa7684002000410064006f006200650020005000440046002065876863900275284e8e9ad88d2891cf76845370524d53705237300260a853ef4ee54f7f75280020004100630072006f0062006100740020548c002000410064006f00620065002000520065006100640065007200200035002e003000204ee553ca66f49ad87248672c676562535f00521b5efa768400200050004400460020658768633002>
    /CHT <FEFF4f7f752890194e9b8a2d7f6e5efa7acb7684002000410064006f006200650020005000440046002065874ef69069752865bc9ad854c18cea76845370524d5370523786557406300260a853ef4ee54f7f75280020004100630072006f0062006100740020548c002000410064006f00620065002000520065006100640065007200200035002e003000204ee553ca66f49ad87248672c4f86958b555f5df25efa7acb76840020005000440046002065874ef63002>
    /DAN <>
    /DEU <>
    /ESP <>
    /FRA <>
    /ITA <>
    /JPN <FEFF9ad854c18cea306a30d730ea30d730ec30b951fa529b7528002000410064006f0062006500200050004400460020658766f8306e4f5c6210306b4f7f75283057307e305930023053306e8a2d5b9a30674f5c62103055308c305f0020005000440046002030d530a130a430eb306f3001004100630072006f0062006100740020304a30883073002000410064006f00620065002000520065006100640065007200200035002e003000204ee5964d3067958b304f30533068304c3067304d307e305930023053306e8a2d5b9a306b306f30d530a930f330c8306e57cb30818fbc307f304c5fc59808306730593002>
    /KOR <FEFFc7740020c124c815c7440020c0acc6a9d558c5ec0020ace0d488c9c80020c2dcd5d80020c778c1c4c5d00020ac00c7a50020c801d569d55c002000410064006f0062006500200050004400460020bb38c11cb97c0020c791c131d569b2c8b2e4002e0020c774b807ac8c0020c791c131b41c00200050004400460020bb38c11cb2940020004100630072006f0062006100740020bc0f002000410064006f00620065002000520065006100640065007200200035002e00300020c774c0c1c5d0c11c0020c5f40020c2180020c788c2b5b2c8b2e4002e>
    /NLD (Gebruik deze instellingen om Adobe PDF-documenten te maken die zijn geoptimaliseerd voor prepress-afdrukken van hoge kwaliteit. De gemaakte PDF-documenten kunnen worden geopend met Acrobat en Adobe Reader 5.0 en hoger.)
    /NOR <>
    /PTB <>
    /SUO <>
    /SVE <>
    /ENU (Use these settings to create Adobe PDF documents best suited for high-quality prepress printing.  Created PDF documents can be opened with Acrobat and Adobe Reader 5.0 and later.)
  >>
  /Namespace [
    (Adobe)
    (Common)
    (1.0)
  ]
  /OtherNamespaces [
    <<
      /AsReaderSpreads false
      /CropImagesToFrames true
      /ErrorControl /WarnAndContinue
      /FlattenerIgnoreSpreadOverrides false
      /IncludeGuidesGrids false
      /IncludeNonPrinting false
      /IncludeSlug false
      /Namespace [
        (Adobe)
        (InDesign)
        (4.0)
      ]
      /OmitPlacedBitmaps false
      /OmitPlacedEPS false
      /OmitPlacedPDF false
      /SimulateOverprint /Legacy
    >>
    <<
      /AddBleedMarks false
      /AddColorBars false
      /AddCropMarks false
      /AddPageInfo false
      /AddRegMarks false
      /ConvertColors /ConvertToCMYK
      /DestinationProfileName ()
      /DestinationProfileSelector /DocumentCMYK
      /Downsample16BitImages true
      /FlattenerPreset <<
        /PresetSelector /MediumResolution
      >>
      /FormElements false
      /GenerateStructure false
      /IncludeBookmarks false
      /IncludeHyperlinks false
      /IncludeInteractive false
      /IncludeLayers false
      /IncludeProfiles false
      /MultimediaHandling /UseObjectSettings
      /Namespace [
        (Adobe)
        (CreativeSuite)
        (2.0)
      ]
      /PDFXOutputIntentProfileSelector /DocumentCMYK
      /PreserveEditing true
      /UntaggedCMYKHandling /LeaveUntagged
      /UntaggedRGBHandling /UseDocumentProfile
      /UseDocumentBleed false
    >>
  ]
>> setdistillerparams
<<
  /HWResolution [2400 2400]
  /PageSize [612.000 792.000]
>> setpagedevice


